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INTERSTATE COM..FRCE 7COMLAISSION

REPORT OF TdF DIRRKCTOR OF THe BUR:LAU OF SAFETY IN RE
INVESTIGATION OF aF ACCIDENT WHICE OCCURRRD ON THE
PENNSYLVANI. RAILROAD AT MILIERoBULRG, FPA., ON
NOVEITBIR 5, 1S26.

Jinvary 16, 1927.
To the Comrmission:

On Novomber 5, 1925, there wes o hoad-cnd celli-
g1on pctween two 1rcight trains on the Pennsylvanic
Reailrord at Millorsburg, Pa., rcesulting in thoe deeth of
tvo cmployccs and the injurv of five crplovoecs.

Location and methed ot operction

The Williamsport Livisaicn is oo deuble-~track linc
cxtcending cnet and vuost, vhilce the siagle-track Lykens
Branch lcads of1r tc the north ot JN block station, which
is 0.4 milc cest of Millersburg. Tralns arc operated over
both the main and the branch lincs oy timc-teble, train
oracrs, ¢nd a manucl block-signal systom. Erstbound train
movements from the branch te the mein linc pass around a
compound curvc to thoe lcft, averaging ~bout 79; this curve
18 cbout 1,250 fect in lengtk ond 18 on o descending grode
of 0.8 per cunt. 4Lt thce cretern cnd of this curve tnoerc is
o junction switeh vhere tac broneh-line trock connccts vith
whet will be reterred to for the purposc of this roport cs
the yard lcad tracl; thorc 18 then o cressover conncceting
this lced treck with the westbound mein track and enothoer
cross-over conncceting ihe westbound main trrcek with the
wrstbound mein treock. Thorce iz o tclephonce booth betwoen
the junction switch and the vest ocwitch of the cilossover
first mentioncd, vhile the point of occident was on the
Lykens Branch 115 fect vest of the juncition switche. Ag;

proaching irom the cast on the moin line there 18 o 1
curve to tne lett sbout 1,750 feot in lungth, follewcd by
about 1,200 rcet of tongent cxtendaing to the farst of the
cresseover svitcehes; the grade is 0.4 per cent doscending.

The sign~ls orc oper~ted from JN block station,
which 18 locoted in the onglc formed by the intcerscction

of thc moin ond bronch lines, wnilce the switchecs arc hand
opecratced,., Signal 1 governs costbound trains lcaving the
brench line, and is loected 1,341 fcel west of the point
of acciacnt; its normol position is ~t stsp. UWestbound
movements on the main linc orc governced by a home signal
loecated 612 fceot cast of the point of cceidoent, and hy a
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distant signal lecateA 5,150 fecot cast ~f the home sig-
.nal. The heme signecl 18 ¢ twn-orm signal, the tcop arm,
signal 7 being of the three-position, scmiasutomatic type,
and governing the through route; the bottom arm, signal

3, 18 o twe-pnsition, manually-operatcecd signal and governs
all routcs, Signals 7 and 3 stand normalily at stop. The
distant signal 1s c¢onncectced waith homo signal 7; it 1is

of thc twe-position typc and nermally displays a caubticn
indication. The unlocking of the crosscover switches

by means of the lock lovers loeatced belweenithe rails
causcs signal 7 cithor to bec held 1n or te assume the stop
position.

The wveather wes clearat the time of the accident,
which occurrcd 2t 1.25 or 1.27 ¢. m.

Description

Eastbound froight train cxtre 3608 conslsted
cf 74 cars and a caboese, haulced by cnginc 3608, and was
in charge of Conductor Keyser and Engincman Bailey. This
train depcrted from Lykens, locanted at the cnd of tho
branch linc, 14.7 milcs irom sillersburg, at 11.35 penm.,
November 4, cn reoute to Herrisburg, and was brcught tc a

stop just beforc rcoeching JN bleck station at_about 12.35
a. m., November 5. Aftor the route hed Been lined for a

movement to the castbound track the train procceded, and
was moving at ¢ specd cestimated to hove becen about 4 or
5 miles an hour when 1t collided with extro 3012, just
beforce recaching tné junclicn switch.

westbound freoight train cxtra 3012 consisted of
100 ompty coal cars and a capoosc, hauled by enginc 3012,
and was in chargc of Conductor Mulecahy and Engincman
Libby« This train passcd UR block station, 4.4 milcs
cast of JN block station, at 1.18 a. m., passcd tho dis-
tant signal, wvhich apparcntly wvas displaying a caution in=-
diecation, passcd the home signal, which was displaying a
stop indication, ran through thce west switch of the cross-
over connuocting the two main treocks, headed 1n at the cast
switch of thc cressover lecading from the westbound main
track to ihe yard lead track, passcd the conductor cof
cxtra 3608, who was waving violcent stop signels with a
lantern from the vicinity of the junction switch, cntcered
the junction svitch and ecllided wath cxira 3608 while
troveling at a spoed variously cstimatced to heve been from
15 to 35 miles an hour.

Both cngines had their head cnds badly damaged,
although they werce not dorailed. The first cor in cxtra
3608 was considerably damaged whilc the fairst 12 cars in

cxtra 3012 wcrc derrcalod, the first 8 werc practicall
demolished and the next 2 were badly damaged, while the

folleowing 2 cars blocked the main linc tracks. Throughout
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the remaining prrtirn of the train 9 cars werc feound to
have been knocked off center, the train line had been
-braken on 15 cars, and on & cars the coupler corncrs
were breken, while the vedy of the caboesce nad been torn
from its framc. Thc ocmpleyecee killed werce the engine-
man of cxtra 3608 and the head brakeman of extra 3012.

Summary of ocvidcncee

On arrival of extra 3608 at JN block station 1t
was brought to a stop just buetore reaching signal 1,
after which the c¢ngine was cut off by Conduclor Keyser
and procccded as fer as the signal locatlon. At this point
the conduckor got oif and wont te the tower to sccure
pérmission to move off thc Lykens Branch through the cross-
ovors to the castbound main track. Operator Beller, after
communicating with the dispatcher, veroally infermcd Con-
ductor Keyser that after castbeund train first BF-10 pass-
ed UR block station, 4.4 miles cast of JN block station,
his train could cross over to the eastbouné track and fol-
low that train. Train first BF-10 passcd JN block station
at 1.08 a. m., while Conductor Keyser was in the office.
Conducteor Keyscr went out and lined the switches for the
crossover movement, complcting thils work at about 1.20 a.m.,
and then remainced in the viclinity waiting for his train
to pull out. At about 1.21 or 1.22 . m., his train not
having put in an appcarance, he went to the telephonc booth
to vemmunicatc with the epcrator and just as he was about
tec center the booth he noticed cxtra 3012 approaching, at
such o high rote of spced that it was obvious 1t would not
get stepped 2t the westbound home signal, which was dis-
playing a stop indication. Conductor Keyser immediately
ran frem the booth and began waving violent stop signals,
which were not acknowledged, cxtra 3012 passing him at a
specd of about 15 miles on houwr, working steam; the train
then headed in on the Lykens HBranch and collided with sxtra
2608, which in the mecantime had started to move toward the
main track. Conductor Keyscer statud that he did not have
Time cnough %o reach the switches and close them after do-
finitely realizing that cxtra 3012 was nct going to stop at
the home signaly the switch lamps, however, wore lighted,
and wer¢ displaying stop indications. Fircman Leefer and
Hcocad Brakcman Mlchaels, of extra 3608, werc rading on the
énginc while rounding thce curve at a spced of about 5 or
6 milea an hour, .oming off of the Lykcns Branch, they wcre
unawarce of anything wrong until they saw the violent step
Signals waved by Conductor Keyser and they said that they
then shouted a warning of danger to Engineman Libby who
wmmedratcely appliced the air brakes in cmcrgencey., The firc-
man and herd broakoman saw the headlight of extra 3012 fol-
low the Lykens Eranch sna they said congine 3012 was still
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‘working stcom.when-they jumped, just bafere the accident
_ocrured,.

Engincman Libby, of uxtra 3012, stated that cngine
5012 wos in good ecndition, the axr brakes worked proper-
ly end therc vorc no stcam leaks to opscurc his view of
8ignal indicotions. Wwhen approaching thce distant signal
he obsurved 1t, displaving 2 cloar indication, and when
within about twe or thrcc car-lengths of 1t he called 1ts
1ndication "elear" to Fircman Mcader and Heed Brakcmen
Sces, and they replicd in the affirmet:ve, On necaring the
cest switch of thoe yard at Millersburg, this ®witch being
located approximatcly 3,000 fcet cost of the home signal,
he locked nt his vatch and noted that 1t was 1.23 a. m.
Ho then started to measurc the water in the tender, standing
up and turning arnund proparatory to going back, but on
8coing the faircman picking down coal he decided to wailt
until the faroman had finished; by this time the engine was
ocn the straight track approaching the home signal and he
Sai1d that Head Brakeman Sces was sitting on the lett seat
box and hcld up his right hand to indicate a "clear"” in-
dicaticon at the heme signal. Engineman Libby said that he
again sat on his scat box, whon about 45 car-lenghts from
the heme signal, and he rumembercd placing his arm on the
orm rest, while en rcaching a point about 15 or 18 car-
lengths frem the home signal he sew 8tep signals being
given with a white lantern from the vicainity of the telo-
phone broth, but as it frequently cccurred that crews were
Switching In that vicinity ho paid no further attention to
the stop signels, assuming that they were not intended tor
him, 2lthough he did open the sutomatic bell-ringing valve.
When about three car-lengths from the home signal he look-
ed ahcad from the swde cab window, which was open, and hc
sa1d ho could plainiy sec the mast of the signal by the re-

floctlon of the headlight. Engineman Libby ses1d, however,
thet he did not obscrvé the indication displayed by the

home¢ signal, thot he dad not sce the switeh lights, or sny-
thing c¢lsc, and that he did not apply the air brokes in
emergencey pricor to the aceident, at which time the speed

of his train was obout 15 or 18 miles an hour, with thc en-
ginc working stecm. He further steted that he was 1n has
usual good health and that he had no troubles that diverted
his mind away from his rcgular dutices, while bis statemcents
indicated that ne had hrd ndcoquate rest during his off-
duty period. Engineman Libby further stated that about
august 30, 1926, he undcrwent o phvsical examination, con-
ductced by the medical cromincr of the rolief departmont of
the rnilroad, at Sunbury, Po., hls eyes being tested at

the same time; he could not pass the vision test with the
glasses he was wearing at the time but after having the
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glasses corrccted he was subjucted to onother vision test,
which he passed successfully,. On the night of the accident
he was wearing his corrocted glasses, Engineman Libby
admitted that the accident wns caused by his failure to
observe or remember anvthing after seeing the signal mast,
saying that he must have fallen nsleep or laepsed inte o
state »f coma.

Fireman Mcader, of extra 3012, who wes thoroughly
fomiliar with the territory in tne vicinity of the point
of accident, said he ebserved the distont signal display-
Ing 2 clear indication, and that on reacning a point about
two or three car-lengths distant from this signal, ot which
time the speea of the train was apiut 15 miles an hour, the
engineman, the hecd brakeman and himsslf called i1ts indica-
tion to each other. Fireman Neader said that he then
started to pick dewn corl and made no eifort to observe the
home sipnal, assuming that the track anecd was clear and
that the home signal would also be displaying a clear in-
dication. Aft.r paicking down coal he placed the pick on
the right bulk head and took a step or two forward toward
the right side of the grngway to ascertaln the location
of the train, and 1t was 2t this time that the cellision
occurred.

Conductor Mulcahy, of extra 3012, said that the
distant signal was at cavtion when the cabasose passed 1t,
rmoving at a speed of 18 or 20 miles an hour. Flagmar Hentz
said he was rading on the lcit side of the cupola oif the
caboose, that the distant signal vas displaying a caution
indication, and thet atter the engine had passed the home
si1gnal he saw the home signal diasplaying a stop indication.
He estimated the speed of his train to have been trom 15
to 18 miles an hour between UR nlock staticn and the point
of collision.

Operator Beller, statiened at JN block station,
glated that when he authorized the eperotor at UR block
station, shortly before 1.17 a.m., to allow cxtra 3012 to
enter the block the home 31gnel ot JN bleocl station was
displaying a step indication and the distant signal a
caution indication, according to the block signal indica-
tors in the tower, and that thesc signals haod becon display-
ing these indications sincc westbound train No. 581 passed
JN obleeck station at 12.08 a. m. It was apout 1.10 a. m.
wnen Ccnducteor Keyser, obf extra 3603, went out of the of-
fice tc line the switches for the crossover movement of
his train ircm the Lykens branch, and he thought 1t waos
about 1.13 a. m, when the conductor threw the first lock-
ing lever, which locked the westbound home signal in the
stop pesition and the distent signal in the caution posi-
tien. The operator at UR block station reported cxtra 3012
a8 passing that station at 1.18 a. m. and Operctor beller
sai1d 1ts headlight came into view at about 1.23 or 1.24 a.m.

'Up until this time he had not noticed extra 3608 moving from
the branch toward the main linec, but a2t about the time
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extra 3012 came in sight he sew stoep signal being given
from a point near the vestbound main treck, although he
could nnt tell from his position in the tower whoether 1t
was Intended for oxtra 3012 or extra 36808. Keclizing thet
there was impending danger, however, he jumped to the
lever te throw signal 1 against the branch line &rcain,

but 1t was boco latce, as at this timc the branch troin was
passing the tower, the cellision cccuring immediatoly afiter
wards. OShortly afterwrrds the fircman of oxtra 3012 crme
into the crifico rnd asked him vhat the teoublce was, saving
that the disient signel was displeying o clzear indication;
Opcrotor Belleor saild nc then notificd Signnl Malantaincr
Farley of whert the fircmon had soi1d ana that the signalmon
came 1nto the office 1oter rnd told aim that i1n company
with Rodman Buffington cn cxaminatlon of the signel hod
been made ond that 1% had been found to be functiening
properly. Operator Beller cstimated the specd of extra
3608 to hove been sbout 4 miles on hour ot the time of the
accident, and th~t of crtra 3012 between 30 cnd 35 miles
an hour, with thc enginc still working stern.

Superviscr of Signals ¥Knowlton scid the signals in-
volved were tested ofter the sccident ona thoet thoy func-
tioned properliy.

Conclusions
This accident was crused by tane failure ol hniinemon
Libby, of extra 3012, properly to cbscrve ond obey signel
indicotions.,

Engineman Libby n~dmitted his responsibility for the
accident, scying that he friled te cobscrve the indic~tiecn
of the home signal when approcching JN block station and
that he failed te observe ar teo remomber anvthing after
sscing the signal mast, being of thoe impression that he
must nove suvadenly follen nsleceps. He claimed, however,
thet he saw Conductor keysoer giving step signals and that
he thought they were intended for seme otner crew; not only
wes there no other cerew In sight, but 1f the engineman's
steteoment 1s corrcecet then 1t 1s difficult to explain why
he fniled to observe the indication of the heme signal or
the indicatiens of the crossover switch larps, all of which
were displaving red indications and were directly in line
with his vision. C(losc questioning ¢i Firceman Mecder foil-
ed to bring from him anything definite o3 to what Englncemon
Libby was doing immedirtely prior to the occureence of the
accident, while in nis own casc it appecred that he had
been very observant of signal indications until his train
wes apprecching the home signal ¢t JN block station, when
he then devoted his cttention tw picking down corl. Both
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T wof” thosc cmplry.cs s~id the dilstant signel wos displayling

a clear indicetion tor the movenent ot thear train, but
not only did thec oper-tor s~y thrt this signal had boen

in the crution position sinc. tho poss-ge of troan No. 581
rt 12.06 a. m., 1ts position being shown by the indicotor
in the tever, but it also appenrcd thnt the conductor ot
cXtrr 3608 pegrn unlocking the switches ot rbout 1.13 aum.,
before cxtra 5612 prsscd UR block stoticn, 4.4 milos fron
JN block station, cnd under thce signrl crr-ngiment the un-
locking, of these switches locked both the home and distent
g81gnrls so thrt they could not subscquently boe changed to
the procecued position. 4. test of the distant signal inda-
ct ted that thoerce could have boen ne irrcegularity in its
opcr~tion, rnd o considcreotion of nll the cvidence lc-ds-
strongly to the concliuslon that this signnl was displrying
the proper cnution indicetion and thet the cmplovecs on
cnging 3012 cithur disregarded this indicetion or possced
the signrl without bnving obscrved 1ts indication.

The rermbers of the cruw said the spood ot thear
trein wes 15 or 20 miles an hour, The block rccords in-
dicated that the specd hnd averaged about 30 miles on
hour sf'ter the trein passed UR blocek station, while the
operntor ot JN block strtion cstimntced the speed to hoeve
been from 30 to 35 milcs an hour ©t the timc of the ncci-
dent. The condition of the wreckage clearly suprorted the
stotements of the oper-tor.

Had sn ~dcqurte autorintic trnin step or troin con-
trol device boeon in uso on trhis line this acceident would
hove been prevenleds”

The emplovews 1nvolved woere cxpceraicnced men and
ot the time of the rceeidont none of thom had been on duty
in viclation ot ~ny of the provisions of th: hours of
scrviece law.

Respceetfully submitted,
We P. Boriand,

Dircctor.
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